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RESEARCH MEMORANDUM

LOW-SPEED TNVESTIGATION OF LEADING-EDGE AND TRATLING-EDGE
FLAPS ON A 47.5° SWEPTBACK WING OF ASPECT RATTO 3.k
AT A REYNOLDS NUMBER OF k.h x 109

By Jerome Pasamanick and Thomas B. Sellers
SUMMARY

An investigation was made in the Langley full-scale tunnel of the
low-speed longitudinal characteristics of a L47.5° sweptback wing-
fuselage combination (aspect ratio 3.4) with various extensible leading-
edge-flap and plain trailing-edge-flep errengements. For the configu-
ration investigated, a 10-percent-chord, 30-percent-span or 35-percent-
span leading-edge flap deflected 135° or 150° produced longitudinal
stability over the complete lift-coefficient renge. Flaps of larger
spens and chords also produced satisfactory longitudinal stability
characteristics, but there was no appreciable increase in the maximim-
1if%t increments. The wing with plain trailing-edge flaps produced the
largest increment of meximm-1ift coefficient (0.17) but resulted in
unsteble pitching-moment characteristics near the stall. Combining
the l0-percent-chord leading-edge flaps and the trailing-edge flap
resulted in longitudinal stebility for the smallest span flaps
investigsated.

INTRODUCTIORN

In numerous investigations it has been shown that the initial flow
breakdown over the tip sections of thin highly swept wings resulis in
poor longitudinal stability cheracteristics and low values of meximim
1lift. In order to alleviate the early flow breaskdown, extensible
leading-edge flaps, similar to those investigated in reference 1, have
been used as a means for delaying tip stall; but for each wing sweep
aengle there appears to be a limited range of flap configuration which
produces satisfactory stability. In the course of an earlier investi-
gation of a highly swept low-aspect-ratioc wing in the Langley full-scale
tunnel (reference 2), a few leading-edge-flap configurations indicated
that, with a careful selection of leading-edge and trailing-edge flaps,
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it would be possible to obtain sufficlent control of the flow over the
wing to produce satisfactory stability and lmproved 1ift characteristics
of the particular plan form. The results of the investigations of
references 3 and 4 also indicate the variable range of flap required

to produce longitudinal stability for each particular plan form.

‘The present paper contains the results of an investigation to
determine the effects of leading-edge-flep chord, spen, and deflection
.angle on the aerodynamic characteristics in pitch of a 47.5° sweptback
wing-fuselage combinatlon. Results are also included for the model with
plain trailing-edge flaps used alone and in combination with the leading-
edge flaps. The wing aspect ratlio was 3.4, the taper ratio was 0.51,
and the airfoil sections wgre NACA 641A112. The average Reynolds number
for the tests was 4.4 x 10° and the Mach number was approximately 0.07.

SYMBOLS
Cy, 1ift coefficient (L/qoS)
Cp drag coefficient (D/qoS)
Cm pitching-moment coefficient (M/qoSE)
ACLmax increment of maximum-1ift coefficient due to flaps
L 1lift, pounds
D drag, pounds
M pitching moment about the quarter chord of the mean

aerodynaemic chord; positive when moment tends to increase
angle of attack, foot-pounds

S total wing area, square feet

d4 free-stream dynamic pressure, pounds per square foot
1 v 2
L

mass density of air, slugs per cubic foot
\' free-stream velocity, feet per second
c wing chord measured perpendicular to quarter-chord line, feet

c! wing chord measured parallel to plane of symmetry, feet
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td wing mean aerodynamic chord measured parallel to plane
b/2 )
2 2
of symmetry, feet 5 c'“dy
0
¥ distance measured perpendicular to plane of symmetry, feet

wing span measured perpendicular to plane of symmetry, feet

@ angle of attack of wing chord line mesasured in plsne of
symmetry, degrees
3] flap deflection angle, degrees
Subscripts:
1E extensible leading-edge flaps
TE plain trailing-edge flaps
MODEL

General dimensions of the model are given in the three-view drawing
of figure 1, and figure 2 presents a photograph of the model mounted in
the Langley full-scale tummnel. The wing leading-edge sweepback
was U7.59, the aspect ratio was 3.k, the taper ratio was 0.51, snd the
airfoil sections normal to the quarter-chord line were NACA 6h1A112.

The wing panels had no geometric dihedral and no twist and were mounted
in & low midwing position at zero incidence on a circular fuselage.

The details of the extensible leading-edge and plain trailing-edge
fleps investigated are given in figure 3 and the variaeble parameters
are tabuleted In the following teble:

. ‘Spen Chord Deflection angle
Flap (percent 1b/2) (percent) (deg)
Extensible 30, 35, 40 10, 15, 20 120, 135, 150
leading edge k5, 50, 55, 60
Plain 20.5, 43.0, 19 20, Lo, 60
trailing edge 65.5, 88
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The chords and deflectlon angles of the extensible leading-edge flaps
were measured from the chord line in a plane parallel to the plane of
symmetry. These flaps extended outward to the wing tip and were tangent
to the wing surface. The plain tralling-edge flaps extended outward

from the 12-percent-semispan station and were deflected normal to the
hinge line (8l-percent chord measured in a plane perpendiculsr to the
quarter-chord line). For a few exploratory tests the existing leading-
edge flap nose was closed by a circular insert faired to the flap contour
as shown in figure 3.

TESTS AND RESULTS

The tests were made on the six-component balance syst of the
Lanigley full-scale tunnel at a Reynolds number of 4.4 x 10° and a Mach
number of approximately 0.07. Data were obtained at zero yaw over a
range of angle of attack from small negative angles through the angle
for meximum 1ift.

All the data have been corrected for jet-boundary effects (as
determined from the straight-wing method of reference 5), blocking
effects, stream alinement, and approximate wing-support interference.

In order to facilitate the discussion of results, the data are
arranged in the following order of figures: The plain-wing character-
istics are presented in figure 4. The data of the wing with extensible
leading-edge flaps, plain trailing-edge flaps, and combinations of both
flaps are given in figures 5, 6, and 7, respectively. Summary curves
of maximum-1ift increments and longitudinal stability characteristics
for the different flap arrangements are presented in figures 8 to 10.

DISCUSSION OF RESULTS

Basic longitudinal characteristics.- The maximum-l1lift coefficient
of the plain wing was 0.99 at an angle of attack of 220 (fig. L4). The
slope of the 1ift curve in the low and moderate 1lift range was
essentially linear up to a 1lift coefficient of approximately 0.75. The
results of reference 2 have shown that at the higher 1ift coefficients
a small bubble of separation occurred at the leading edge of the .
outboerd section producing a local increase in 1ift st the tips and
a8 sudden increase in longitudinal stability. The results presented
in figure 4 show the increased longitudinal stability &t the higher
1ift coefficients, but the accompanied local 1ift increase at the tip
sections can not be readily observed from the total-lift curve. At lift
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coefficients above 0.9 a rapid progression of separation over the
leading edge of the outboard sections suddenly reduced the 1lift and
introduced abrupt longitudinal instability.

Extensible leading-edge flaps.- Figure 5 illustrates the effect of
varying the leading-edge-flap configurations on the longitudinal
characteristics of the model. An analysis of the data indicates that
‘a decrease in drag occurs at moderaste and high angles of attack as the
flaps are extended inboard because of the delay of leading-edge
separation over a greaster part of the wing span. The results indicate
that, for the swept wing investigated, the extensible leading-edge
flaps would not produce large 1lift Increments; but, by sultable
combination of flap variables, static longitudinal stability could be
obtained throughout the Cp, range: The summary curves (fig. 8) show
that, for the flap deflection of 120°, longitudinal stability was
obtained only for the 10-percent-chord and 15-percent-chord flaps of
the smallest spans at the wing tips. For the higher flap deflections
of 135° or 150°, longitudinal stebility at the stall cen be obtained
with flaps of larger chords and spans. In general for design and
structural simplicity, the 10-percent-chord flaps appear to be the most
promising configuration for this plan form Inasmuch as satisfactory
stability and some increase in maximum lift can be obtained with small
spans for each deflection angle investigated.

The maximum value of ACT obtained was epproximately 0.10

(fig. 8). Flap chord and deflection angle had negligible effects on
the maximum value of ACLmax but did affect the flap spen required to

obtein this increment. As the flap deflection angle was progressively
increased, a smaller flap span was required for the 10-percent-chord
and 15-percent-chord flaps.

A few exploratory tests were made with the 10-percent-chord,
135°-deflected flaps with the nose closed (fig. 3) to determine whether
the stagnation point had moved sufficiently under the original leading-
edge contour with an increase in angle of attack to affect adversely
the flow over the flap. The results of these tests were identical to
the partial-open-nose-flap results and are not included on the data
figures.

Plain trailing-edge flaps.- The longitudinal stability character-
istics for all trailing-edge-flap configurations were similar to the
plain-wing characteristics. The pitching-moment curves indicated
sudden stablility followed by an sbrupt insteblllty near the maximum
1ift (fig. 6). BAn increase in the flap span resulted in an appreciable
trim shift which increased further with increasing deflection angle.
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The increments of maximum 1ift due to flap deflection are
presented in flgure 9 as a functlon of flep span. The results indicate
that varying the deflection angle from 20° to LO° produced the greater
maximum-1ift increments. A further increase in deflection angle, to 609,
reduced the maximum-1ift increments (about -0.02) and greatly reduced
the lift-dreg ratios throughout the flap-span range (fig. 6). The
maximum increment in 1ift obtained was about 0.17 for the wing with
full-spen flaps deflected 40°.

Flap combinations.- The variation of maximm-1ift increments with
the leading-edge flsp combined with the trailing-edge flaps is shown in
figure 10. The varisbles held constant for these tests were the leading-
edge-flap chord (10 percent) and the trailing-edge-flap deflection
angle (40°).

The 30-percent-span leading-edge flaps deflected 135° or 150° in
combination with the 4k3-percent-span trailing-edge flaps were the only
conflgurations tested, which resulted in longitudinal stability near
the stall (fig. 7). The increment of maximum 1lift obtained for these
combinations which produced stability at stall was approximately 0.15.

The smaller leading-edge-flap deflection angle produced larger
maximm-1ift increments for the flap combinations investigated through-
out most of the leading-edge-flap-span range (fig. 10). The 65.5-percent-
span and 88.0-percent-span trailing-edge flaps in combination with
the leading-edge flaps deflected 150° produced constent meximm-1ift
values for the leading-edge spans investigated.

The drag coefficients of the model for each trailing-edge-flap
span were not appreciably affected with variation of leading-edge-flap
span. It was previously pointed out that the leading-edge flaps reduced
the drag coefficlents; however, the drag decrement can not be observed
for the model configurations with flap combinations because of the large
drag increment produced by the trailing-edge flaps.

SUMMARY OF RESULTS

The results of the investigation in the Langley full-scale tunnel
of the effect of flap design parameters on the aerodynamic character-
istics of a W7.5° sweptback wing are summarized as follows:

1. For the present plan form, a 10-percent-chord, 30-percent-spen
or 35-percent-span leading-edge flap deflected 135° or 150° appeared to
be the most promising configuration inasmuch as longitudinal stability
was obtained throughout the 1lift-coefficlent range. Flaps of larger
spans and chords slso produced satisfactory longitudinal stability
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characteristics, but the maximm-1ift increments obtained were not
appreciably greater then those for the smaller-span flaps.

2. The plain trailing-edge-flap configurations were longitudinally
unstgble at the stall. The highest 1ift increment obtained was 0.17 -
for the wing with full-span flaps deflected 40°.

3. For the combinstions of tralling-edge flaps and 10-percent-chord
extensible leading-edge flaps, longitudinal stebility was obtained
only for the 30-percent-span leading-edge flaps deflected 135° or 150°
in combination with the L3-percent-span plain trailing-edge flaps
deflected LOO.

Langley Aeronsuticsal Lsboratory
National Advisory Committee for Aeronsutics
Langley Air Force Base, Va.

REFERENCES

1. Krueger, W.: Systematic Wind-Tunnel Measurements on a Laminar Wing
with Nose Flap. NACA T 1119, 19LT.

2. Passmanick, Jerome, snd Sellers, Thomas B.: Full-Scale Investigation
of Boundary-Layer Control by Suction through Leading-Edge Slots on
a Wing-Fuselage Configuretion Having k7.5° Leading-Fdge Sweep with
end without Flsps. NACA RM I50B15, 1950.

3. Koven, William, and Grsham, Robert R.: Wind-Tunnel Investigation of
High-Lift and Stall-Control Devices on a 37° Sweptback Wing of
Aspect Ratio 6 at High Reynolds Numbers. NACA RM L8D29, 19L8.

L. Foster, Gerald V., and Fitzpatrick, James E.: Longitudinal-Stebility
Investigation of High-Lift and Stall-Control Devices on a 520
Sweptback Wing with and witgout Fugelage and Horizontal Tail at a
Reynolds Number of 6.8 x 100, NACA RM I8T08, 1948.

5. Theodorsen, Theodore, and Silverstein, Abe: Experimental Verification
of the Theory of Wind-Tunnel Boundsry Interference. WNACA Rep. 478,
193k.



1

663"

-

24"

ap hinge line {819%c¢c)

Wing area 22528 sq ft

Aspect ratio 34

Toper ratio Q.51

Airfoll section NACA 64— All2

434"
1n.e"
— ]
—"'_—'“_-'—\—+'7L]|—-—- = h—g——é——-;—f ———
R
. 3337" ———

20M0GT WH VDOVN




20HOS'T WY VOVN

Flgure 2.~ Three-quarter front view of the 47.5° sweptback-wing model
movmted In the Langley full-scale tumnel.






‘Fuaeluge lina

i ’
\
N
.
4

Figure 3.—The

Enlorged view of section AA:

Circular insert—{ SRR

Oi2e¢' R

Enlarged view of section BB.

location ond detail dimensions of extensible
plain trailing-edge flaps.

leading-edge fiops and

COEOCT WY VOVH

1T



12 —
10 AT o
8 / i & / i
CL 5/ - /f FZ{
6 W jp/
W A )
4 ¥4 £ ]
P J .
2 e > 2
o oo J
0 0;@4}4%0’ adl A
: ~c
g0 4 8 12 16 20 24 28 0 -04 -08
a, deg Cm

Figure 4—Aerodynamic characteristics of a 475° sweptback wing-fuselage
combination. R=4.4 x 108

cT

20W0ST WM VOVN




NACA RM L50EO2

12 Se=150° ] |
|_ b ).Q'f- Do 1 E r-‘jf}%t .. ﬁcrﬁ{,"ﬂ
AP BT A B3P 3
5 Z PR
CL » oA LA B /]
5 A L LA 1
;s Wl el
AT L L L L L [
Al LA Ll L
> & | g L Ll
PAPAP AP ANaN SR
0O
12 SE=[35°
I P, Yol v ¢ v
T | B A | K| K| &
. P A B KR
oL Wy u; v/.-) A/c{ " ; m/,x
& A 1L A LA LA A be 1|
) A VAL )A/_ A | A A percent b
,/" n/—' NV N;‘ Nr‘ ra 2
4 =T V| 7 ViV ©—30 B—507T]
PRART M2 AR DEAREV SR O P 535 D551
2 -~ -4 1 o1 ] A &—40 o—60 | |
N 5(/“ d/“ g/‘ o t{/" ,5/_' 645
0
12 & g=120°
I DoadE SR W 1
5P~ Y ey
. T B 4 <
CL )l A4 ) a/w % ./"J I./;T
6 LI AT LA %l Y il
a A oA Ll b ot A
XA A//}/ A NN A
AEPAPAPAP AN aPS
d/ui laRaNaNANEN = F—— NACA T
P

OO-O 4 8 2 16 20 24 28
o4 0¢ 0 Ot O O

o, deg
(a)cLg=0QlO0.
Figure 5.—Aerodynamic characteristics of a 47.5° sweptback wing-fuselage
combination with extensible leading-edge flaps. R=4.4xI0%

13



1h NACA RM L50EQ2

5 S g=150°
| q
({d - (_4{0”‘/ Aj& N JD'D
4 fd ",,- % ﬁ{- B(L
. 1A 12 K L& 1L
GDl 5})’ ):f 3 4(-‘ rel r\ﬂ
> rp rF - f f 'ﬁ -
) d i <V :
jj ./13 B 4 \/5 i i
l ' o b L o ] > i
o L okol et RO R A R s T O
T 3 e=135"
5 : bLg b LE 1
A percen'r_2 b ."’_ NS . P e
‘ ©-30 50 off 1l 1T [ [ 5] 4
. B-35 B—55 AN AR-AY: ¥ | of
oo’ Z_-jg a—60 & | 7 LA T |4
gl el [ .
2 BE.EW AN f '8 '
I -V /{B/ i _Y,DE'
: M8 e e e el ]
o | olor B B e A S T R OO
5 j 8 g=120°
L o 1 A (A [ [ AT 4
R slr: AV dil's
X T8 & f el
CD ({L.’ rP v _ ";; f—
” HEEErAV.AN ST
= 3)3/ .}j .;>’ _ El 18T —
. B 8| BT A - | b |
OO T i o R e o o 5 ] el
O5% 1516 20 24 28

4 8
o= 0 04 O O O
o, deg
(a) ¢ e=0.10. Continued.

Figure 5.—Continued.



15

NACA RM L50EOZ

-04

-040 -040

-04 0 -040

ok
€
a3
g
ﬂ@u@!ﬂr % rrﬂﬁ al
e L T a
q _._d r_\._
\.A mh = <P al _h‘v u .KAN « N T
%n 717 A m& =Y —f—41 5 C T
o) o W
b ol ‘P AR
] A H _ o A4 ¥ M
Fo) o) nm_ © ©
o] To) & Ha ]
P PR NN, PR RSN i
o Al 1 e del ITF S A9 i o
AWV; 3 : '®) kv? : M
Qam . QORMNAVI\/ ¢ )‘mv«Y R T
% b m, I % -
To) -
o Tm_l.n_.....m .T.nTn_.lnTl_uln Qu ]
¢ & S Q |
_| ®mola | ®oolabhl b oo b | _
g0 i~ T P
N Q9 ¢ o N O @ o ¢ o q Q ) @
J |_ 1
A G 5]

~NACA_ -~

Cm

C.IO. Concluded.

(a) cLe

Figure 5.—Continued.



NACA RM L50EO2

16

_ |
jag ]
3
g1 . 3
e - :
ﬂf RN K
4 a4, VR RN N
AR Y RNAN
. N AR T
L IRY EVIDY EVIRTR!
Aol % )w). N SRR
0 X 4 A o |1 She Ny o [ T | [ 2 ®
Bl R | L NEEEEE IR SR N S
FEE XN \ o [ R Y W (G R Ny | Y an
® W., </_ Jﬁ ﬂ._ /3 X & | JJ ) /ﬂ o
R’ CYRANN EIRNRYN «
Q. N & Y kNN ©
.. 3 t/j J o) JH
N N TN N
3 N Nl -
X A ©
i
Y <
&
S
o Q o N Q ao o N9 o o
S S

o@m 0 04 O O O

«, deg

0i5.

(b) c'Le
Figure 5.-Continued.



NACA RM LSOEO2

5 g=I50°
| ] il
a 12 1& BT P
| i A %
.3 f_, J >I-; b F;
GD g ¢ 1F
2 SLFL Ll E XK
gl 14T [ Nl
! ZAV.AVEV IV IV :
P I I A I A T
5 bLE b 8 E=[35°
4 pe,rcent_E p’“ e 3
- =30 &-50 2
2-35 55 ] ?
o> ©-40 ©-60 P,d LA
D A—-45 ¢ d & e
2 Q/ ég\ 3
’ K
o o T I T T = A
o (ot e i s e T B B R o
5  g=120°
4 O T ,(<>
A A
3 | & 7
CD2 - . - ).
LA AF:AN dN
A A A - AL bg 2
| D T b
0o 4 8 12 16 20 24 28

Oa 0 04 Ot O On
o, deg
(b) ¢'Lg =0.5. Gontinued.

Figure 5.—Continued.



NACA RM L50EQZ2

18

150°

SQE

b

b LEt
ercen
P z

&0—

b
L
lrl
P
3

by S y

Cm

&

I 2 i W R e T a
R 4, 3 bl
= w; A i~ A4 ——4 1,
0 © Q
W&A n k1 < w .
o - u I 1] 9
\M_ TIT p /T.A-AIT\_I
?

o &

d

2

<
L
L

o-of?

5

rxr—0~~c:‘f—"l'J‘D &2 2 Vs M’%“‘\!;

>

j)

O0 040 -040 -040 =040 -040 040 -04

b
I
L
L

12

(b) cLg=0.15. Concluded.

Figure 5.—Continued.



NACA RM LS0EO2

12 | % g=I80°
y ] | o '_ AR
P O | AT T o | A
s AT KRR
Y > v r = =i
CL s/ / ' -
6 11 : 4l
P 4 P2 2 0 V4 I 19 B 14
1 o . i
A LA 1of | ramap.
o m/v __//d ,«/’ M/— ] .‘/H ,/H
) "/" .-&/U N)/ .//_‘ ./‘/p /_‘ 1/_'
) = g2 [ " [a]
0
12 8“57‘35
| p"""@ﬁ-'g W LAY il e il
BT 3| A 5| 4P
s Al AV AP
5 oy A A LA L/ bLE
: /] _/','_I [~ /" R/)"' ] /] percenf_%
VS B AT < T P
- A A A e o300
At A1 o 235 B-55
2 _//u - A/ZJ ,/-\ ’){ ))J )—T &40 6—-60
AR SN AN SR s &-45
15 331 T A é
0]
12 S e=120 .
lo o 5 - ;;m)}_‘ ]
T i
. B R RIS
CL s 9/5 A /JJB/ Il
8 _/O W _/ 2 . A Vs
: _/p ./ /9 ./P AJX .\/p /ﬁ
4 /U ._./):j _/9' A ,’K _AP /ﬂ
BADANAN 4NN AN
2 1):) )3 4}-) /K - ;Y
PP R A r<e
o T [ (& [ [ |4 el
oo 4 8 12 6 20 24 28
O 0« 0-A O OO0y O
x, deg
(9] C'LE =0.20.

Figure 5.~Gonfinued.

19



20

Cp

Cp

NACA RM L50E0O2

I
VAR

N\
\.&(
BN N oL
ST
N

4 1R

fon

%

}JG/HJ A

R,
N

Q

NGRS

v 4 1 ]

i e

00

4 8
Ooaw O

2 16 20 24 28
< 04 O On O

a, deg

(c) c'Lg =020. Continued.

Figure 5.—Continued.



NACA RM L50EO2

12 8‘—E='T’°° :
: i o S NCym A
AR SET e 5
C|_l8 j) h L!DJ . 5
6 1 /I A i : ‘1‘
T TR
d L L
LT T T T T T R T
;[J < ay i ng. o]
0
12 3 g=135"
= S N ST 7 =
(R AP ARy S
8l—F G ' ; 5 S
oL LS G T _ B}
6 1 I ) % 7%
il D (R Il N ol I
B D D (R N I N (B Pereent &
2l il |
A G
o) ' o
" 2150
8| il ! ] ' T?
CL
6 | i i _
TP T T T
ald ¥ ' i ] g
afs H ! L
TP T T T T T
2T TR ST
oF ST T A TR T T

O 040 040 -040 -040 -040 -04 -04 -08

Crm

{c) ¢'Le =020. Concluded. |

Figure 5.—Concluded.

T o1



NACA RM L50EOZ

22
3TE a60°
(3] 12 :
AT R AN
. s % it AR
Co O ggﬁ : Lot 1] ol ¥ 1 BlL
3 6 pitd o - ch o B L A
Tl I i ? X |2
o al M V° i P ‘
g .:Er 52 w ]/ D h k]) h
| 2| »“‘ : : = j( ] 1]
g anana
o o0 31E=40°
6 12 | !
5 | i HBRTITe /
p. "/‘/ - '_ D‘"" J‘ [
4 8 : ' o L5
Co Co P )QX ¢ é ); b
3 6 &k bre ‘¢ (ol [ ]
JEF vl percent b e 4 *
Al - (T I3h
2 PN 4V ©0—305
Bt A H s H T
i 2= =P = &—880 ? =
T I (0]
O O 5TE=20°
6 12 11 |
Co GL ol 9; ( h [
g i
38 s ~ A S AL
2 4 riidd , i
Vi P [P ¢ 4
AN i) IR
. . 6 T3
w ]
0 0 1 1 ﬂ:
-4 (0] 4 8 12 6 20 24 280 -04 -08 -i2 j_|§_
o, deg Cm ‘T\ggﬁf}_,.f

Figure 6—Aerodynamic characteristics of a 475° sweptback wing-fuselage
combination with plain trailing-edge flaps. R=44 x 106



NACA RM L50E02

b\_E=O.4Qb .
6 12 : @L& e
2 Ry | b TR
5 1 % : g Bl
TS 5 ;>
4 B8 v : °
Cb GL ol L[ ®
-3 8 P 41 o ol |& X
P74 . ST P
2 a4l CIETA
izt 7
L dET
o] oot o)
o o b E=035Db
I 2]
SOt :
[ ! =i
4 Blododeny etk
. <
5 p7 Ch!
%J i o T
4 8 o4 P ¢ O
Co GCL p-o:1 : bre ¢ Il &
3 6 gt e percent b} |§ 2 ?
F A T
2 4 ,./ﬁl/c ﬁ 5—65:5 P LJi:| E
il o—sgol (7| 7 [T
LR AN
bLe=0.30b
6 12 | = Rt
i ‘}'fi :
5 | G c y
4 8 /‘{ <) nBKSS
oo 4% = P!
3 6 )4t ¢l lal §
: . )'.g g4 3 ?] .
2 4 A//_‘/ }'.,' T TH T
7 9 Y o
[ 2 - ; .
pr=:E 2
O 0 e
-4 0 4 8 2 6 20 24 28 -04 -08 -2 -6
o 8 deQ . Cm
(a) & p=135°
) Figure 7.—Aerodynamic characteristics of a 475° sweptback wing-fuselage

combination with extensible leading-edge flaps and plain trailing-edge

flaps. C'LE=O.|O. STEE40°.

R=44x 108

23



24 NACA RM L5CEOQO2

bL£=0558
£} 12! ¥ 1B = i S qsﬁ %%5
5 % o2 WA
o & P &
4 8 2 }D/ E 2)
Co O S o o % . %
3 6 " ,(:3// q; | b
yisya
2 A $ >
L > : -
= ? = o
0 O b g=050h
B 2
6 12 \ : ?73? 3 .
; | EES?
5 1S AD/J ; f k’ i
Cp * CL ® A ,5/; g bre Q -
s REERR T ins i’; 5
g N
i i
2 g@ ” ®
0 0 b|_E=O.45_B’_
5 e, J o :r, [¢) é :[‘
4 8 4 ; o Ll &
Cp CL &5 g [L] 4
3 6 o ', <= IK
&fﬁ'd Fed Q E i
= 4 4 A//J i
L= % d !
o O%@Tﬁ : SR

2§ 0 4 8 12 16 20 24 28 -04 -08 -z 6
a, deg Cm
(@) 8 g =135° Concluded.

Figure 7 —Continued.



NACA RM L50EQ2

bLe =040
Todad. e |
y [o;
° l D/ peraie D %
4 8 4 )2 = IR
Cpb OCL A ,9/ .V d E p
3 6 '/Z )d Jo's G? Lt €
S . IETR
> al i % U |gl ¥
ot HRERS
| e P Y]
o o b =035 ©
6 12 "ngec T “’%‘%
5 A ]S
3/; & % ] &
G CL ol 5 b ] d ¥
/g//d » o TE X
3 6 @{%,/ o8 g s .ercer:?’:% ?? ﬂl } ‘
2 A g s b TP
T o—880(—hi— 3
! 2L 2 4" |
oot e
o o© bLE=030
1 ‘%; ]
6 12 B i yos:
5 ! vl o6 2 4 %
3/,0 ﬁ b % 3
4 8 F b )
4 3/ ¢ q
Co G g
D3 6 p:gsl ol lal 3
A5 Pl lal I
2 alledd® AHED {
B
) o
| 2 S g % o . Z 7
O Q=7 8 12 6 20 34 26 04 08 T2 o

[+ &8 deg Cm

(b) S Le=I50°

Figure 7.—GContinued.



26 NACA RM L50EQ2

=055 b
bLE ossf
6 | - -"vx
A >y 3] %
5 1 4 2% 5 K
A &
4 8 o o
Cp OL 44 s b [
?//é/g BT
2 4 ,//G(’ q ﬂg: b
YL N EENR
hedentet 91 14
o o b,_E=O.505
6 12 R el
Ot B 34
5 e mlls.
: p; ARER
4 8 2 4
Co CL ol x btg ¢ E {ib
3 8 B : percent b Pl lal S
’/g'g ' 0—433 o
z 4 /?/,é’ : o—655 Gcii Es: i
Z _ ©—880 o
b 2 = ﬁ ol 1d
0O 0 ' b[_EI=O.45_t2)-
6 12 : weSomrid
7 ' T
5 | A P
4 8 - A 22 Q
Cp CL A /o/ ¢
AR/ 2
A :
2 At .
st i
! 2 Q//JAP v I CZ-‘
: ~A
O Q0548 12 © 20 24 25 02 085 15 T6
o, deg Cm

{b) 8_g=1507 Concluded.
Figure 7-Concluded.



27

NACA RM LS0EO2
longitudinal stability

o Denotes
at stall
1 T T
S e=150°
A L !
N S e e kb g
&
O
C'LE .
ercent
SLE=135° P S
5 — — 15
s T T 11T == e
(_)l /é 4:—1&&_—:—;_ —_——____e__________?—a
< L
&
0]
SLe=120°
| e i e e s e
/‘f"'f‘:’:'l'—;‘:'ff’ _
0] 1
30 35 - 40 25 50 == =
Leading-edge flap span, percem‘_g_

Figure 8—-Effect of extensible leading-edge flaps
on the maximum lift of a 475° sweptback

wing-fuselage combination. R= 4.4 x108,
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Figure 9.—Effect of plain trailing-edge flaps
on the maximum Ilift of a 475° sweptback
wing-fuselage combination. R=4.4 x106€.
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